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SUMMARY 
Complete pressure-distribution 'measurements were made over a 
24-inch-chord NACA 66,1-115 airfoil section equipped with unsealed 
20~ercent-chord plain ailerons of true-airfoil-contour profile and 
300 beveled-trailing-edge profile. The model was tested with aerody-
namically smooth surnices. Section 6haracteristics including airfoil 
normal-force, pitching-moment, aileron normal-force, and hing~oment 
coefficients were determined from the pressure data for Mach numbers 
up to 0.75, and for various airfoil angles of attack and aileron 
deflections.
6 
The test Reynolds number at ~he 'highest speed 
was 7.5 X 10 • 
The aileron section effectiveness for both aile~on profiles decreased 
appreciably with Mach number. The rate of change of airfoil section 
pitching-rnoment coefficient with respect to angle of attack at constant 
value of airfoil section normal-force coefficient incr~ased with Mach 
number for both aileron profiles and thereby aggravated the wing-twlst 
problem at hlgh speeds. Changing the aileron profile from' the true-contour 
profile to the 300 beveled-trailing-edge profile caused a decrease in 
aileron section effectiveness, irregular hinge-moment characteristics with 
over-balance at moderate deflections, ,a decrease in the section normal-
force-coefficient-curve slopes, a decrease in aileron section loads, and a 
decrease in section critical Mach number of the airfoil at the larger nega-
tive deflections at constant airfoil section normal-force coefficient. 
INTRODUCTION 
The NACA has conducted extensive low-speed control-surface investi-
gations over a period of years. Several i nvestigations have been made at 
higher speeds to study the effects of compressibility on control-surface 
characteristics. Included in such high-speed investigations ar e the two-
dtIDensional tests of references 1 to 3 . A fuller knowledge of the effects 
of compressibility, however, is needed. In 1942 tests were made of the 
section characteristics of plain, unsealed ailerons on an NACA 66,1-115 
airfoil section in the Langley 8-foot high-speed tunnel. The complete 
• 
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analysis and publication of the results of these tests were deferred 
owing to the exigencies of other problems more closely connected with 
the war effort. The results are being publis~ed at this time to add 
to existing information on the effects of compressibility on wings 
with various types of control surfaces. 
The specific purpose of the present tests was to determine the 
high-speed characteristics of an NACA 66~1-1l5 low-drag airfoil section 
equipped with 20-percent-chord plain ailerons. A true-contour aileron 
having ordinates the same as those of the rear part of the NACA 66~1-1l5 
airfoil section was one of the ailerons tested. The results of 
reference 4 had sho}ffi~ both theoretically and experimentally at low 
speeds~ that the hinge momsnts of a control surface could be reduced by 
thickening and beveling the trailing edge. Additional tests were made~ 
therefore~ to determine the effects of compressibility on an 
NACA 66,,1-115 airfoil section equipped with a beveled-trailing~dge 
aileron. 
Section characteristics were ~etermined from complete pressure 
distributions over the main portion of the airfoil and the aileron. 
The tests were made for Mach numbers up to 0.75 and included various 
wing angles of attack and aileron deflections. 
The term "main portion of the a:1,1'foil" is used herein to mean 
that part of the airfoil excluding the aileron. The aerodynamic coef-
ficients and other symbols used in this paper ar~ as follows: 
a 
c 
speed of sound in undisturbed stream. 
section chord of airfoil with aileron neutral (fig. 1) 
(2.000 ft on model) 
chord of main portion of airfoil 
section chord of aileron measured along chord from hinge axis 
of aileron to trailing edge of aileron (0.400 ft on model) 
section hinge-moment coefficient of aileron about hinge axis deter-
mined from pressure-distributio~ dataj component due to aileron 
chord force neglected ~claf Lca (Pu - Pr.)x , 
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M 
section pitching-moment coefficient of airfoil about quarter-
chord point of airfoil due to normal forces on main portion 
of airfoil and aileron; components due to chord forces on 
main portion of wing and aileron neglected 
section normal- force coefficient of airfoil determined from 
pressure-distribution data; component due to a ileron chord 
force neglected (~~MC"M + 5~ ) 
section normal- force coeffIcient of ma in 'portion of airfoil 
determined from preBBure-diBtribution data (c~J::M~L P~dX) 
section normal- force coefficient of aileron determined from pre s-
Mach number (Via ) 
Mcr critical Mach number; that is ~ Mach number in undisLurbed 
p 
stream at which local velocity first roaches local velocJty 
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critical pressure coefficient; that is, pressure coefficient 
at any point on airfoil surface where local velocity is 
equal to local velocity of sound 
static pressure in undisturbed stream 
local static pressure at a point on airfoil section 
dynamic pressure in undisturbed stream (~pV2) 
Reynolds number ( PVc/lJ.) 
radius of round nose of aileron (0.0710 ft on model) 
velocity in undisturbed stream 
distance along chord from leading edge of airfoil or from 
hinge axis of aileron 
hinge-axis location along airfoil chord from leading edge of 
airfoil (1. 600 ft on model) 
hinge-axis location normal to chord (0.0075 ft above chord 
on model) 
angle of attack 
ail eron deflection; positive when trailing edge is down 
mass density in undisturbed stream 
coefficient of viscosity in undisturbed stream 
Subscripts: 
u upper surface 
L lower surface 
APPARATUS AND METHODS 
Apparatus.-The tests were made in the Langley 8-foot high-speed 
tunnel, which is of the Single-return, circular-cross-eection, closed-
throat type . The air-etream turbulence, as indicated by comparative 
airfoil measurements and by hot-wire measurements, is small but slightly 
higher than that of the Langley two-dimensional low-turbulence pressure 
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tunnel or that of free air. At the time of the tests, the maximum Mach 
number of the tunnel was approximately 0.75. 
The model used in this investigation was a 24-inch-chord airfoil 
with a 20-percent-chord plain aileron, was of uniform cross section, 
and spanned the tunnel test section. The main portion of the airfoil 
passed through the walls of the tunnel with a small clearance gap and 
was attached to the balance frame of the tunnel in a manner typical of 
model installation in the Langley 8-foot high-speed tunnel for tests of 
this type (fig. 1). A gap of 1/16 inch waa maintained between the ends 
of the aileron and the tunnel walls to permit deflection of the aileron. 
The main portion of the model was of two-eteel-epar construction 
with 2_ inch steel riba and l-inch cold-finished-£teel akin built to 
4 4 
conform to the ordinates of the NACA 66,1-115 airfoil section as given 
in table 1. 
Two aileron shapes were tested, and these shapes are designated as 
5 
the true-contour aileron and the beveled-trailing-edge aileron. The 
general dimensions of the airfoil section are given in figure 2, and of the 
aileron sections, in figure 3. The profile of the true-contour aileron 
corresponded to the ordinates of the rear part of the NACA 66,1-115 
airfoil section. The profile of the beveled-trailing-edge aileron was 
o formed by a 30 trailing-edge angle and straight lines as shown in 
figure 3; thus a profile which was thicker than that of the true-contour 
aileron resulted. The aUerona were construc:ted of solid dural and 
were interchangeably attached to the same main portion of the model by 
six clamIr-type hinges. The ailerons had no aerodynamic nose balance. 
No seal was used between the main portion of the airfoil and the aileron 
at any time during the tests. The gap between the aileron and the 
aileron cover plates on both upper .and lower surfaces was 0.002c (fig. 2). 
The cover plates were made of t-inCh steel. 
Sufficient static-pressure orifices were installed on the main 
portion of the model and on the ailerons to determine the complete 
pressure distribution over the airfoil (fig. 2). The orifices were 
located in the region of the midspan of the model. The tests were made 
with a model having aerodynamically smooth surfaces. 
Test procedure.- Airfoil normal-force, airfoil pitching-moment, 
aileron normal-force, and aileron hinge-rnoment data were determined from 
static-pressure-distribution measurements which were obtained by photo-
graphing a multiple-tube li~uid manometer. The tests were made at 
various angles of attack and a1leron deflections. Data were obtained 
for both aileron configurations at moderate deflections at Mach numbers 
of 0.25, 0.35, 0.457, 0.55, 0.60, 0.65, 0.70, 0.725, and approximately 
0.75; data were obtained also at Mach numbers of 0.45, 0.50, and 0.675 
for t he true-contour aileron. Data for the larger aileron defle ctions were 
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obtained at ~ test Mach numbers which were lower than those for 
the moderate deflections-. The test procedure consisted of setting the 
aileron at a given deflection and then making tests through the angle-
of-e.ttack range at each of the test Mach numbers. The Reynolds number 
range of the tests is shown in _figure 4. 
PRECISION 
The discrepancies between the characteristics of a section at the 
midspan region of the airfoil as measured in the turmel and the charac-
teristics of the airfoil in free air are caused principally by the 
effects of turmel-wall interference, air leakage through the clearance 
gap between the model and the turmel walls, and tunnel air-stream 
turbulence. 
An estimate of the tunnel-wall interference corrections which 
includes the effects of model constriction, wake blockage, and stream-
line curvature was made for the airfoil with the aileron undeflected 
by the methods of references 5 and 6, which are based on the assump-
tion that the camber of the airfoil is small. For the value of the 
ratio of model airfoil chord'to tunnel diameter (0.25) used in the present 
tests, the magnitude of the tunnel-wall-interference corrections is quite 
small. These corrections have not been applied to the data. At a Mach 
number of 0.70~ the Mach number as presented is too low by 2 percent. 
At a Mach number of 0.70,and an airfoil section normal-force coefficient 
of 0.7, the airfoil section normal-force coefficient is too high by an 
increment of 0.05, the section pitching-moment coefbicient is too high 
by 0.008, and the angle of attack is too low by 0.1. At a Mach number 
of 0.70 and an airfoil section normal-force coefficient of 0.2, the air-
foil section normal-forc'e coefficient is too high by an increment 
of 0.015, the section pitching-moment coefficient is too high by 0.003, 
and the angle of attack is too low by 0.020 • At lower Mach numbers, the 
corrections are less than those giv~n at a Mach number of 0.70. 
The apparent choking Mach number of the model in the tunnel, based 
on the ratio of the projected thickness of the model to the turmel 
diameter, was estimated to be 0.77 (reference 6). The data presented 
herein at a Mach number of 0.75, which was close to the estimated choking 
Mach number, should be considered to be of doubtful validity inasmuch as 
the air flow may have been influsnced by the incipient choking restriction. 
The air leakage through the clearance gap between the model and the 
turmel walls had an insignificant effect since the pressure-distribution 
measurements were made near the midspan of the model and the sp~hord 
ratio (4.0) was large. The numerical effects of a~tream turbulence 
are not knownj however, the turbulence level of the Langley 8-~oot high-
speed tunnel is low. 
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RESULTS 
The aerodynamic force and moment data presented herein were deter-
mined from the mechanical integration of diagrams of pressure coef-
ficient P plotted against chord for pressures over the upper and lower 
surfaces of the main portion of the airfoil and of the aileron. These 
data may be considered to be section data. In the preparation of the 
figures~ the various aerodynamic coefficients first were plotted against 
angle of attack at a given test Mach number and with aileron deflection 
as a parameter. From these basic plots~ the variation of the coefficients 
with Mach number at a constant value of airfoil section normal-force 
coefficient and with aileron deflection as a parameter were determine'd. 
Most of the data included in this paper have been presented in this 
manner and thus show the v~iation of the coefficients with Mach number 
at a constant value of airfoil section normal-force coefficient. 
Typical pressure-distribution plots at several Mach numbers for 
an angle of attack of 1 0 and an aileron deflection of 00 are given in 
figure 5 for the airfoil with the true-<:,ont01ll" aileron. 'In figure 6 
is shawn the variation of section airfoil angle of attack and section 
pitching-moment coefficient with Mach number for the airfoil with the 
true-contour aileron at constant values of airfoil section normal-
force coefficient. Plots of aileron seotion normal-force coefficient 
and section hinge-moment coefficient for the true-contour aileron 
against Mach number are to be f ound in figure 7. Aileron section load.e 
IDaJ be determined from these data. 
Representative pressure distributions for the airfoil with the beveled-
trailing-edge aileron are given in figure 8. These date are for an angle of 
attack of 10 and an aileron deflection of 00 • Figure 9 shows the variation 
with Mach number of the section airfoil angle of attack and section pitching-
moment coefficient Of the airfoil with the beveled-trailing-edge aileron at 
constant values of airfoil section normal-fores coefficient. Figure 10 
presents the aileron section normal- force and section hinge-moment character-
istics of the beveled-trailing-edge aileron. 
The effects of the true-contour aileron and the beveled-trailing-
edge aileron on the airfoil section-normal-force-coefficient-curve 
are compared in figure li. The 
slopes shawn are the average values for angles of attack from _10 to 10 
and for aileron deflections from _10 to 10. The variation of aileron 
section effectiveness -(fu ) with Mach number for the airfoil with 
Ma c n 
the two ailerons at various values of airfoil section normal-force 
8 
coefficient is given in figure 12. The values of 
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- ( l::I:L) gi ve n are 
/:::.'5a c 
o 0 n 
the average values for aileron deflections from -6 to 4 for the 
airfoil with the true-contour aileron and from -40 to 60 for the airfoil 
with the beveled-trailing-edge aileron. 
The variation of the section critical Mach number of the airfoil 
with aileron deflection for the airfoil with the two ailerons is given 
in figure 13 for values of airfoil section normal-force coeffic ient 
from 0 to 0.6. The section critical Mach number was determined from the 
intersection of curves of minimum airf oil pressure coefficient plctted 
against Mach number with the curve of critical pressure coefficient 
plotted against Mach number. In a few cases, where the test Mach numbers 
were below the critical Mach number, the test data have been extrapolated 
a moderate amount to higher Mach numbers to obtain the critical Mach 
number values. 
One of the problems of high-speed flight is the wing twist during 
rolling caused by the pitching moments developed by the lateral-contTol 
device. The rate of change of airfoil section pitching-moment coeffic ient 
with angle of attack (~m\ at a constant value of airfoil section l::I:L ") cn 
normal-force coefficient is an index of -the tendency of an aileron to 
twist a wing (as a result of the pitching moment developed by the aileron) 
in terms of the section effectiveness developed by the aileron, and 
therefore affords a proper comparison of the two ailerons as regards 
wing t wi s ting . The ratio (/::;.cm) was obtained by dividing values 
/X:J., cn 
of (6Cm) by the corresponding values of aileron section effec-
6'5a cn 
tiveness (~) given in figure 12 and applies for the same deflection Sea c
n 
range as the data of figure 12. The variation with Mach number of the 
ratio is given in figure 14. 
The section hinge-moment-coefficient derivatives (tch) 
f::jj a 0.=00 
and (6Ch) /X:J., '5a =Oo for the two configurations are presented in figure 15. 
These slopes are the average values for angles of attack from _1° to 1° 
and f or aileron deflections f rom _1° to 1°. The action of the thickened 
trailing edge in relieving hinge moments is shovn in figure 16 by 
representative pressure distributions over the aileron for deflections 
of -40 and 4° at an angle of attack of 10. 
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The wing-drag coefficient CD at an aileron deflection of 00 for 
the two aileron configurations is shown plotted against Mach number in 
figure l7 for various values of airfoil section normal-force coefficient. 
The drag coefficients were determined from force-test measurements of 
the drag of the complete wing and are based on the effective area of the 
complete wing in the tunnel. The drag coefficients shown are not tw<r-
dimensional data. The data are useful~ however~ in showing the changes 
in drag coefficient with changes in Mach number~ and the relative effect 
of the two ailerons on the drag coefficient. 
DISC rnsI ON 
Aileron Section Effectiveness 
The section effectiveness of the airfoil with either 
aileron at moderate deflections decreased markedly with an increase in 
Mach number (fig. l2). This decrease between the Mach numbers of 0.25 
and 0.75 amounted to about one-half the low--epeed values, at the lower 
values of airfoil section normal-force coefficient. 
At a Mach number of 0.25, thickening the trailing edge had no 
effect on the aileron effectiveness at moderate deflections at low 
values of airfoil section normal-force coefficient and reduced this 
effectiveness at the higher values of airfoil section normal-force 
coefficient (fig. l2). Low-epeed two-dimensional tests (references 4 
and 7) have shown losses in aileron section effectiveness when the 
aileron trailing edge was beveled~ and low--epeed three-dimensional tests 
(references 8 and 9) have shown similar losses in rolling effectiveness 
for beveled ailerons. At test Mach numbers greater than 0.25, the 
present tests (fig. l2) showed appreciable losses in section aileron 
effectiveness when the aileron trailing edge was beveled. 
The airfoil with the beveled-trailing-edge aileron showed a rather 
abrupt loss in effectiveness at deflections greater than l2° for airfoil 
section normal-force coefficients of 0.4 and less~ as indicated by the 
data of figure 9. This abrupt lOBS in effectiveness was the result of 
stalling of the air flow at deflections greater than l2° as indicated 
by the pressure diagrams (not shown). At airfoil section normal-force 
coefficients greater than 0.4~ the air flow was stalling at a deflection 
of l2° and at lower deflections. The stalling at the higher values of 
airfoil section normal-force coefficient occurred more gradually with 
increase in deflection than at the lower values of airfoil section 
normal-force coefficient~ with a corresponding more uniform change 
in airfoil characteristics with change in deflection. 
The characteristics of the airfoil with the true-contour aileron 
(fig. 6) at large deflections are more uniform with change in deflection 
9 
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than those for the airfoil with the beveled-trailing-edge aileron. The 
pressure diagrams (not shawn) indicated that at a deflection of 180 the 
air flow followed the contour of the true-contour aileron quite closely 
at the lower values of airfoil section normal-force coefficient and the 
lower Mach numbers. Separation occurred at the higher values of air-
foil section normal-force coefficient and the higher Mach numbers. At 
a deflection of 120 , separation occurred at somewhat lower values of 
airfoil section normal-force coefficient and Mach number for the air-
foil with the true-contour aileron than for the airfoil with the 
beveled-trailing-edge aileron. 
As mentioned previously in the section entitled "Apparatus and Methods-
the present tests were made with unsealed ailerons. Many tests have demon-
strated that the characteristics of an airfoil with a sealed aileron ere 
generally more satisfactory than those of an airfoil with an unsealed aileron. 
One of the unfavorable effects of an UllS.e.aled aileron gap is that the effec-
tiveness of the aileron is less than when the gap is sealed. The low-epeed 
data of references 8 and 9 indicate that an unsealed aileron gap reduces 
aileron effectiveness to a greater extent on an airfoil with a beveled-
trailing-edge aileron than on an airfoil with a true-contour aileron. 
Aileron Section Hinge MOments 
The section hinge-moment characteristics of the beveled-trailing-
edge aileron are irregular as shown by the data of figure 10. In the 
aileron deflection range from approximately -60 to 40 , the variation of 
section hinge-mnment coefficient was irregular both with Mach number and 
aileron deflection. At larger aileron deflections the characteristics 
were more satisfactory. 
Beveling the trailing edge reduced hinge moments by more than one-
half at some of the test conditions at the larger deflections. The 
action of the thickened trailing edge in changing the air flaw about 
the aileron and in relieving hinge moments is illustrated by the chord-
wise aileron pressure distributions shown in figure 16. At positive 
aileron deflectiOns, the pressures on the aileron lower surface are 
usually more positive than those on the aileron upper surface. The 
bevel on the lower surface, where the pressures are more positive, 
speeds up the flow to a greater extent than the bevel on the upper 
surface; a hinge-moment component is thus introduced which acts in a 
wa:y to relieve the main hinge mament. At nesativ6 deflectiOns, the 
reverse action is generally true. From these tests the action Qf the 
bevel appeared to be greater at positive deflections. 
Large increases in the section hinge-moment coefficient of the 
true-contour aileron at a deflection of 180 occurred for some of the 
combinations of Mach number and airfoil section normal-force coefficient. 
These increases in section hinge-moment coefficient were mainly due to 
development of appreciable separation of the flow off the upper surface 
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of the aileron~ the separation occurring at lower Mach numbers as the 
airfoil section normal-force coeffic ient was increased (fig. 7). 
The section hinge-moment slope (~Ch\ for the true-contour 
Ma)a.--oo 
aileron at moderate deflections increased in magnitude between the Mach 
numbers of 0.25 and 0.68 by about three-fourths of the low-epeed value 
(fig. 15). At higher Mach numbers up to the maximum test Mach number 
of 0.75~ there was a reduction in magnitude of this hinge-moment 
parameter. The effect of beveling the aileron trailing edge to an angle 
of 300 was to cause an overbalance of the section parameter (~h) 0 
a a,=O 
11 
at moderate deflections similar to that shown by other tests (references 8 
to 10)~ and this over-balaqce was aggravated with Mach number 
(fig. 15). The section hinge-moment slope (~h\ for the true-
/::D, 10=00 
contour aileron was essentially constant up to a Mach number of 0.68 and 
then rapidly increased in magnitude at higher Mach numbers up to the 
maximum test Mach number of 0.75. The section parameter (:'hj 0=00 
for the beveled-trailing-edge aileron was positive in algebraic sign and 
appreciably increased in magnitude with Mach number. 
Low-speed tests (references 9 and 10) have shown that reducing the 
aileron gap or sealing the gap of a beveled aileron had small effect on 
the parameter (~h)o ~ but reduced the over balance of the 
parameter (~~~)a, at small aileron deflect ions. 
Section Normal Force 
Airfoil.- The section slope (~cn) for both configurations 
Da 0a=Oo 
increased with Mach number up to a Mach number somewhat greater than the 
critical Mach number and then decreased with further increase in Mach 
number (figs. 11 and 13). The section slope (6Cn \ 
60a)a.=00 
configurations was not affected very much by Mach number 
speeds~ and decreased at supercritical speeds (fig . 11). 
for both 
at subcritical 
The effect of beveling the trailing edge was to reduce the section 
slopes (6Cn) _ 0 and (~~n) and this effect is in qualitative 
Da 0a-O UUa 0-=00 
agreement with low- speed t wo-dimensional and three-dimensional tests 
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(references 4., 7., and 8) . A lower value of (:~O would be advan-
tageous in roll since the damping-moment coefficient is a function of 
this parameter . 
Aileron.- In addition to relieving hinge moments., thickening the , 
aileron trailing edge reduced section aileron loads appreciably at 
constant airfoil section normal- force coefficient (figs. 7 and 10) ., as 
is to be expected from the action of the bevel on the air flow (fig. 16). 
The aileron load for the beveled- trailing-edge aileron was affected Quite 
irregularly by changes in angle of attack., aileron deflection., and Mach 
number. 
Section Pitching Moment 
The variation of section pitching-moment coefficient cm with Mach 
number and aileron deflection is seen to be more regular for the airfoil 
with the true-contour aileron than for the airfoil with the beveled-
trailing-edge aileron (figs . 6 and 9). Thickening the trailing edge., 
however., reduced pitching-moment coefficients. 
The pitching-moment coefficient of the airfoil with the beveled-
trailing-edge aileron was approximately the same magnitude for deflections 
of 120 and 180 at several of the airfoil section normal-force coeffi-
cients (figs. 9(b)., 9(c ) ., 9 (d ) , and 9(e)). For these conditions., the 
o flow followed the contour of the airfoil at a deflection of 12 ; whereas 
at a deflection of 180 , there was appreciable separation. The effect 
of separation was to change the section pitching-moment coefficient in 
a positive direction. For the conditions represented in figure 9(f)., 
appreciable separation had occurred also at a deflection of 120 ., with 
a conseQuent spreading out of the section pitching-moment-coefficient 
curves for deflections of 120 and 180 • 
The section pitching-moment coefficient of the airfoil with the 
true-contour aileron at a deflection of 180 decreased notably for some 
of the combinations of Mach number and airfoil section normal-force 
coefficient. This decrease in section pitching-moment coefficient was 
mainly due to the development of appreciable separation of the air flow 
off the upper surface of the airfoil, the separation occurring at lower 
Mach numbers as the airfoil section normal- force coefficient was 
i ncreased (fig . G). 
The section parameter of the rate of change of airfoil section 
pitching-moment coefficient with deflection per unit value of aileron 
section effectiveness (~cm\ is a measure of the tendency of an 
tn jcn 
aileron to twist a wing (as a result of the pitching moments produced by 
the aileron) in terms of the section effectiveness developed by the 
aileron (fig . 14). It is seen that increasing the Mach number increased 
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the value of (~cm) for both configurations (fig. 14) and thereby 
t:n cn 
made the wing-twist problem at high speeds worse. The increase 
of (~m) with Mach number was mainly due to the decrease in section 
t:n cn 
effectiveness - (~) with Mach number (fig. 12). The section 
pitching-rooment para.:~~r (~cm\ was generally less, and the Mach 
t:n") cn 
number effects were not so pronounced, for the configuration with the 
beveled-trailing-edge aileron as for the configuration with the true-contour 
aileron (fig. 14). The reduction in the parameter (~Cm) for the 
t:n cn 
airfoil with the beveled-trailing-edge aileron resulted from smaller 
values of the section parameter (~Cm) , which also decreased with 
Ma cn 
Mach number instead of increasing as was the case for the airfoil with 
the true-contour aileron. 
S8ction Critical Speed 
The section critical Mach number of the airfoil with either aileron 
was 0.70 at an airfoil section normal-force coefficient of zero and with 
the aileron neutral (fig. 13). At positive aileron deflections the section 
critical Mach number was essentially the same for the airfoil with either 
aileron except at an airfoil section normal-force coefficient of 0.6, at 
which value the airfoil with the beveled-tr~iling-edge aileron had lower 
section critical-epeed values. At negative deflections, the section 
critical Mach number of the airfoil with the beveled-trailing-edge aileron 
generally was lower than that of the airfoil with the true-contour aileron. 
In the data of figure 13, the upper surface of the main portion of 
the airfoil was the critical surface, except at negative aileron defleo-
o tions greater than -7.5 at an airfoil section normal-force coefficient 
of zero, at which conditions the lower surface of the main portion of the 
airfoil was the critical one. The pressures over the ailerons were more 
positive than the minimum pressure occurring on the main portion of the 
airfoil for all test conditions, so that the critical Mach number of the 
ailerons was greater than that of the main portion of the airfoil. 
Figures 5 and 8 illustrate the characteristically flat chordwise 
pressure distributions of the 66-eeries airfoil section and the effect 
of Mach number on the pressures. The pressure diagrams over the ~in 
portion of the airfoil are seen to be very similar for both aileron 
configurations. The typical large changes in pressure distribution at 
supercritical Mach numbers for relatively small changes in Mach number 
are to be noted. 
-- .-~~~ 
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Wing Drag 
The wing-drag data from force-test measurements (fig. 17) showed 
that, at constant airfoil section normal-force coefficient and with the 
aileron neutral, beveling the trailing edge of the aileron increased 
the drag of the airfoil. The increment in drag became greater at higher 
values of airfoil section normal-force coefficient. The variation of 
drag coefficient with Mach number was essentially the same for both 
configurations. The low-epeed drag coefficient shown in figure 17 is 
appreCiably higher than the low-epeed profile-drag-coefficient value 
of 0.004 obtained in other tests (reference 11) for the NACA 66,1-115 
airfoil section. The main reason for the discrepancy is the air leakage 
through the gap between the model and the tunnel walls, the effect of 
the leakage being to increase the force drag of the wing. The span-
wise gaps on the upper and lower surfaces of the wing between the aileron 
and the aileron cover plates also probably increased the drag of the 
basic section somewhat. 
CONCLUSIONS 
An investigation was made in the Langley 8-foot high-speed tunnel 
of the section characteristics of a 24-inch-chord NACA 66,1-115 airfoil 
section equipped with unsealed 20-percent-chord plain ailerons of true-
airfoil-contour profile and 300 beveled-trailing-edge profile. The 
airfoil· was tested with aerodynamically smooth surfaces for Mach numbers 
up to 0.75, and for various airfoil angles of attack and aileron d~flec­
tions. The test Reynolds number at the highest speed was 7.5 X 10 . 
The following conclusions are indicated: 
1. The aileron section effectiveness parameter Jm) for 
\60a cn 
both of the aileron profiles investigated decreased between the Mach 
nUmbers 0.25 and 0.75 by about one-half the low-epeed value, at the 
lower values of airfoil section normal-force coefficient. 
2. The section pitching-moment parameter (~m~cn for both aileron 
profiles increased with Mach number and thereby aggravated the wing-
twist problem at high speeds. 
3. Changing the aileron profile from the true-contour profile to 
the 300 beveled-trailing-edge profile caused 
(a) a decrease in the aileron section effectiveness 
parameter -(~ \ 
\f::jja}cn 
--------------------~----------------------------~-
NACA TN No. 1596 15 
(b) a reduction in hinge moments~ but made the hinge-moment 
characteristics irregular with an overbalance of the section 
hinge-moment parameter (D.Ch) at moderate aileron 
b13a a.=Oo 
de~lections~ the overbalance worsening with increase in 
Mach number 
(c) a decrea(S:i)n section normal-force-curve slopes (~n ~a=Oo 
and n 
NJa a.--o0 
Cd) a decrease in aileron section loads~ at constant airfoil 
section normal-force coefficient 
(e) a general decrease in the section pitching-moment 
parameter (~cm \ 
fu ICn 
(f) generally only small change in the section critical Mach number 
of the airfoil at positive aileron deflections and a 
decrease in section critical Mach number at the larger 
negative aileron de~lections~ at constant air~oil section 
normal-force coefficient 
Langley Aeronautical Laboratory 
National AdYisory Committee for Aeronautics 
Langley Field~ Va. ~ July l~ 1948 
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TABLE I 
AIRFOil. ORDINATES FOR NACA 66,1-115 AIRFOIL 
~tation and ordinates in percent of wing chor~ 
Upper surface Lower surface 
Station Ordinates Stati on Ordinates 
1.188 1.851 1. 312 -1. 744 
2.429 2.532 2.571 -2· 346 
4.922 3.501 5.078 - 3·185 
7.419 4.239 7. 581 - 3.815 
9.920 4.843 10.080 -4.325 
14.925 5.803 15.075 -5.131 
19.932 6.535 20.068 - 5.739 
24.942 7.095 25.058 -6.200 
29·953 7.505 30. 047 -6. 533 
39.976 7.984 40.024 -6. 912 
44.988 8.049 45.012 -6.951 
50.000 7.988 50.000 -6.884 
60.022 7.434 59.978 -6.362 
70.038 6.058 69.962 - 5.086 
80.040 4.029 79.960 - 3.233 
90.026 1. 763 89.974 -1.245 
95.014 .740 94.986 -.424 
100.000 0 100.000 0 
Sl ope of radius through L.E.: 0.062 
L. E. radius: 0.0161c 
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(a) W/ng sec/Ion w/fh true -con/our a/leron. 
___ ~Chord I/ne. 
.Oo.375c 
(b) W/nq s ect/on w/lh beveleci-trclIl/ng-edge aileron. 
~ 
Figure 2. - NA CA 66~ 1-115 OIl-rOI! sec 1/017 equipped WI!/; unsealed 
0.20 c pla;'n OI!erOI7S of true-a/rfol/-col7lour pro/i/e and Develed-
Irol,/;i7g'-edqe profile. Chordwise slal/c -pressure orillce locer/lons 





NACA TN No. 1596 
~-----.2354c------------~ 
AIr-rOI! sect/on contour 
H/nge 0%/5 






(.6) 8eyeled- frclI/;'ng-edge a//eron. 
~ 
Figure 3 . - O/men..s/on.s of' O. ZOc p/a;'n 
cl/!erons used on NACA 66, /-//5 
a/rlol'! secl;'or;. c =24 /n ches. 

























.4 ,5 .6 .7 .8 .9 
Mach nurnbet; M 
Figure 4 .- Var/afioh of Reynolds number w/fh Mach number 
/n fhe w/nd-funnel -tests of an NACA 66.,1-1/5 aIrfoil 
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FIgure 7.- Variation of aileron normal-rorce and hinqe-moment coeffict'enfs w/lh Mach num.her 
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Figure (3 . - Presoure disfribution about an IVACA 66J-//5 aIrfoil section equipped with an 
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Figure 9.- Vanoft'on or angle of attack and p!fchinq-momenf coeffiCienf w/f17 
ror on NACA 66)/-115 airfoil secf-ion equipped wifh an unsealed o.20c 
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